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The apparatus herein provided includes a plurality of systems
including driving circuits (20a, 205) for driving motor coils
(3a, 3b) corresponding thereto, and a control unit (10) for
controlling control values of the driving circuits (20a, 2056),
wherein, when a fault occurs in at least one of the plurality of
systems including the motor coils (34, 3b), the control unit
(10) decreases a control value of a system(s) in which the fault
occurs from an ordinary time control value or stops the drive
by the system(s) in which the fault occurs, and also increases
a control value of another system(s) in which the fault does
not occur to more than an ordinary time control value.
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1
ELECTRIC POWER STEERING APPARATUS

CROSS REFERENCE TO RELATED
APPLICATIONS

This is a National Stage of International Application No.
PCT/IP2012/050347 filed Jan. 11, 2012, the contents of
which are incorporated herein by reference in its entirety.

TECHNICAL FIELD

The present invention relates to an electric power steering
apparatus, and more particularly to an electric power steering
apparatus configured to produce assist torque by controlling a
plurality of systems corresponding to a plurality of motor
coils provided in a motor.

BACKGROUND ART

An electric power steering apparatus is, as is well known,
an apparatus which is configured to assist in driver’s steering
force using driving force of a motor; nevertheless, a conven-
tional electric power steering apparatus is configured in most
cases to include one driving circuit for one motor. However, in
recent years, it can be known that an electric power steering
apparatus is mounted on a whole category of wheeled
vehicles, thereby revealing that, if assist functions stop due to
a failure or fault of the electric power steering apparatus, it is
close to impossible for the driver to operate the steering
wheel, causing difficulties in running the wheeled vehicle
itself. For this reason, the need is intensified to continue the
assist, depending on content of the fault, as much as possible
even when the electric power steering apparatus becomes
faulty.

For dealing therewith, conventionally, an electric power
steering apparatus is proposed in which two sets of three-
phase motor coils are provided for one motor, and two sets of
driving circuits are included to separately control each of
those three-phase motor coils (for example, refer to Patent
Document 1). The conventional electric power steering appa-
ratus disclosed in Patent Document 1 is so arranged that,
when a fault is detected in one system constituted of a set of
three-phase motor coils by a fault detection means, the con-
trol is continued by decreasing a motor instruction value
using a remaining normal system. At this time, because the
motor instruction value is decreased, assist force by the motor
becomes smaller, so that a driver can recognize that the fault
occurs in the electric power steering apparatus.

RELATED ART DOCUMENT
Patent Document

[Patent Document 1] Japanese Laid-Open Patent Publica-
tion No. 2011-131860

DISCLOSURE OF THE INVENTION
Problems to be Solved by the Invention

Because the conventional apparatus disclosed in Patent
Document 1 is so arranged as described above that, when one
system becomes faulty, a motor instruction value of the other
normal system is decreased, in order to notify the fault to the
driver, so that a motor current value is lowered than that of
ordinary times, there arises a problem in that, though the
driver can recognize the fault, a steering wheel cannot be
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operated without applying thereto larger steering force than
that of ordinary times, resulting in an increased workload to
the driver.

The present invention has been directed at solving these
problems in a conventional electric power steering apparatus
described above, and an object of the invention is to provide
an electric power steering apparatus that can mitigate a driv-
er’s workload in response to steering-wheel operations, even
when a failure or fault occurs.

Means for Solving the Problems

An electric power steering apparatus according to the
present invention is configured to assist in steering force of'a
driver by driving force of a motor having a plurality of inde-
pendent motor coils, and the electric power steering apparatus
comprises:

a plurality of systems including driving circuits provided
for every one of the plurality of motor coils, for driving the
motor coils corresponding to the driving circuits; and

a control unit for controlling control values of the driving
circuits, wherein,

when a fault occurs in at least one of the plurality of
systems including the motor coils,

the control unit decreases a control value of a system in
which the fault occurs from an ordinary time control value
thereof or stops the drive by a system in which the fault
occurs, and also increases a control value of a system in which
the fault does not occur to more than an ordinary time control
value thereof.

Effects of the Invention

According to the electric power steering apparatus of the
present invention, even when at least one of systems becomes
faulty, a driver’s workload in response to steering-wheel
operations is mitigated, and also steering assist can be secured
and the secured one is continued.

BRIEF DESCRIPTION OF DRAWINGS

FIG. 11is adiagram illustrating a circuit configuration of an
electric power steering apparatus according to Embodiment 1
of the present invention;

FIG. 2 is a flowchart illustrating operations of the electric
power steering apparatus according to Embodiment 1 of the
present invention;

FIG. 3 is a control characteristic diagram of the electric
power steering apparatus according to Embodiment 1 of the
present invention;

FIG. 4 is a flowchart illustrating operations of an electric
power steering apparatus according to Embodiment 2 of the
present invention;

FIG. 5 is a characteristic diagram for explaining an electric
power steering apparatus according to Embodiment 3 of the
present invention; and

FIG. 6 is another characteristic diagram for explaining the
electric power steering apparatus according to Embodiment 3
of the present invention.

EMBODIMENTS FOR CARRYING OUT THE
INVENTION

Embodiment 1

Hereinafter, the explanation will be made referring to the
drawings for an electric power steering apparatus according
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to Embodiment 1 of the present invention. FIG. 1 is a diagram
illustrating a circuit configuration of the electric power steer-
ing apparatus according to Embodiment 1 of the present
invention, showing a case in which two sets of motor coils, a
first motor coil and a second motor coil are included in a
motor, as this will be described later.

In the following explanation, a system including the first
motor coil, a first inverter as a first driving circuit that supplies
electric power to the first motor coil, and a first relay con-
nected between the first inverter and a battery is collectively
referred to as a first system, and will be explained by desig-
nating “a” at the end of each of constituent element’s sym-
bols. In addition, a system including the second motor coil, a
second inverter as a second driving circuit that supplies elec-
tric power to the second motor coil, and a second relay con-
nected between the second inverter and the battery is collec-
tively referred to as a second system, and will be explained by
designating “b” at the end of each of constituent element’s
symbols. Note that, the motor coils are not necessarily limited
to the two sets; three sets or more of them may be provided.

In FIG. 1, the electric power steering apparatus 100 accord-
ing to Embodiment 1 of the present invention includes the
motor 3 for producing driving force to assist in steering force
of'a driver; the first inverter 20a as the first driving circuit; the
second inverter 205 as the second driving circuit; a control
unit (hereinafter referred to as an “ECU”) 10; the battery 4
mounted on a wheeled vehicle; the first relay 6a that controls
power-source supply from the battery 4 to the first inverter
20a; the second relay 65 that controls power-source supply
from the battery 4 to the second inverter 205; a choke coil 5
connected between the battery 4, and the first relay 6a and the
second relay 65; sensors 2 for detecting steering torque of the
driver, a wheeled-vehicle speed, and the like; and a notifica-
tion device 9 for notifying the driver or the like of abnormality
of the electric power steering apparatus.

The choke coil 5 described above is provided for prevent-
ing noise from being outputted to other devices because the
first inverter 20a or the second inverter 205 generates the
noise by switching the switching devices at high speed
according to a PWM control as will be described later. When
the first inverter 20a or the second inverter 2056 becomes
faulty, the notification device 9 described above notifies the
driver of an occurrence of the fault using audio, light, vibra-
tion, and the like.

The motor 3 is a motor of a brushless type, and includes the
motor coils 3a and 35 that are two sets of armature windings
formed in three-phase delta connections. In the following
explanation, one motor coil 3a in these motor coils is referred
to as the first motor coil, and the other motor coil 35, referred
to as the second motor coil.

The first inverter 20a is constituted of six switching devices
Tla, T2a, T3a, T4a, T5a and T6a made of field-effect tran-
sistors (hereinafter referred to as “FETs”) three shunt resis-
tors Rua, Rva and Rwa, and one smoothing capacitor Cla. In
the six switching devices, the switching devices T1a, T3a and
T5a are inserted in a phase-U upper arm, a phase-V upper arm
and a phase-W upper arm of a three-phase bridge circuit,
respectively, and the switching devices T2a, T4a and Téa are
inserted in a phase-U lower arm, a phase-V lower arm and a
phase-N lower arm of the three-phase bridge circuit, respec-
tively.

The shunt resistors Rua, Rva and Rwa provided for detect-
ing motor currents as will be described later are connected
between the switching devices T2a, T4a and Téa, respec-
tively, and to a ground level of the vehicle. The smoothing
capacitor Cla connected between a common connecting por-
tion of the switching devices Tla, T3a and T5a, and the
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ground level of the vehicle is provided for smoothing a power-
source voltage supplied to the first inverter 20a.

A phase-U alternating-current (AC) terminal that is a series
connecting portion between the switching device T1a and the
switching device T2a is connected to a phase-U terminal of
the first motor coil 3a of the motor 3; a phase-V AC terminal
that is a series connecting portion between the switching
device T3a and the switching device T4a, connected to a
phase-V terminal of the first motor coil 3a; and a phase-W AC
terminal that is a series connecting portion between the
switching device T5a and the switching device T6a, con-
nected to a phase-N terminal of the first motor coil 3a.

Each end of upper arms in each phase of a three-phase
bridge circuit configured to include the respective switching
devices T1a, T3a and T5q is mutually connected in common
to form a positive electrode-side DC terminal of the first
inverter 20a, and is connected to a positive electrode-side
terminal of the battery 4 by way of the first relay 6a. Mean-
while, each end of lower arms in each phase of the three-phase
bridge circuit configured to include the respective switching
devices T2a, T4a and Téa forms negative electrode-side DC
terminals of the first inverter 20a, and is connected to the
ground level of the vehicle through the shunt resistors Rua,
Rva and Rwa, respectively.

The second inverter 205 is constituted of six switching
devices T1b, T2b, T3b, T4b, T5h and T6b made of FETSs,
three shunt resistors Rub, Rvb and Rwb, and one smoothing
capacitor C1b. In the six switching devices, the switching
devices T1/4 T3/ and T5b are inserted in a phase-ti upper arm,
a phase-V upper arm and a phase-W upper arm of a three-
phase bridge circuit, respectively, and the switching devices
T2b, T4b and T6b are inserted in a phase-U lower arm, a
phase-V lower arm and a phase-W lower arm of the three-
phase bridge circuit, respectively.

The shunt resistors Rub, Rvb and Rwb provided for detect-
ing motor currents as will be described later are connected
between the switching devices T2b, T4b and T6b, respec-
tively, and to the ground level of the vehicle. The smoothing
capacitor C15 connected between a common connecting por-
tion of the switching devices T1b, T35 and T5b, and the
ground level of the vehicle is provided for smoothing a power-
source voltage supplied to the second inverter 205.

A phase-U AC terminal that is a series connecting portion
between the switching device T15 and the switching device
T2b is connected to a phase-U terminal of the second motor
coil 36 of the motor 3; a phase-V AC terminal that is a series
connecting portion between the switching device T3b and the
switching device T4b is connected to a phase-V terminal of
the second motor coil 3b; and a phase-W AC terminal that is
a series connecting portion between the switching device T5b
and the switching device T6b is connected to a phase-W
terminal of the second motor coil 35.

Each end of upper arms in each phase of a three-phase
bridge circuit configured to include the respective switching
devices T1b, T3b and T55 is mutually connected in common
to form a positive electrode-side CC terminal of the second
inverter 205, and is connected to the positive electrode-side
terminal of the battery 4 by way of the second relay 6b.
Meanwhile, each end of lower arms in each phase of the
three-phase bridge circuit configured to include the respective
switching devices T2b, T4b and T65 forms negative elec-
trode-side DC terminals of the second inverter 205, and is
connected to the ground level of the vehicle through the shunt
resistors Rub, Rvb and Rwb, respectively.

The ECU 10 mounts thereon a microcomputer (hereinafter
referred to as a “CPU”) 13 that mainly serves the functions of
the ECU. The CPU 13 includes, as built-in units, an ordinary
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control-value calculation unit 11 for calculating a control
value as a target current control-value in ordinary times in a
case in which a failure or fault does not occur as will be
described later, a fault detection unit 12 for detecting a fault(s)
of'the first inverter 20a and the second inverter 205, and a fault
control-value calculation unit 14 for calculating a control
value (s) as a target current control-value (s) to respond to a
faulty time.

Note that, in FIG. 1, the first inverter 20a, the second
inverter 205, the first relay 6a and the second relay 64, and the
ECU 10 are separately configured with each other; however,
it may be adopted that at least one of the first inverter 20a, the
second inverter 205, the first relay 6a and the second relay 65
is built in the ECU 10.

The CPU 13 in the ECU 10 calculates a target current
control-value (s) of the motor 3 using the ordinary control-
value calculation unit 11 or the fault control-value calculation
unit 14 described above based on information, for example,
steering torque and a vehicle speed from the sensors 2, and
supplies gate signals corresponding to the target current con-
trol-value (s) to the gates of each of the switching devices of
the first inverter 20a and the second inverter 205 by way of
signal lines 8, so that these switching devices are subjected to
PWM controls. The motor 3 is driven by three-phase AC
power that is subjected to the PWM controls by the first
inverter 20a and the second inverter 205, and produces
desired assist torque that is added to a steering shaft (not
shown in the figure) The target current control-value (s) cal-
culated using the ordinary control-value calculation unit 11 or
the fault control-value calculation unit 14 is distributed
between the first inverter 20a and the second inverter 205, so
that the quantities of electric currents are shared by the first
motor coil 3a and the second motor coil 3b. This sharing ratio
can be arbitrarily set.

A phase-U terminal voltage Mua, a phase-V terminal volt-
age Mva and a phase-W terminal voltage Mwa of the first
motor coil 3a derived from a phase-U AC terminal, a phase-V
AC terminal and a phase-W AC terminal of the first inverter
20a are inputted into the CPU 13 by way of signal lines 7,
respectively. In addition, a phase-U motor current Iua, a
phase-V motor current Iva and a phase-W motor current [wa
that flow in the first motor coil 3a are derived from the con-
necting portions between each of the shunt resistors Rua, Rva
and Rwa, and each ofthe switching devices T2a, T4a and T6a
of' the first inverter 20qa, and are inputted into the CPU 13 by
way of the signal lines 7, respectively.

Similarly, a phase-U terminal voltage Mub, a phase-V ter-
minal voltage Mvb and a phase-W terminal voltage Mwb of
the second motor coil 36 derived from a phase-U AC terminal,
a phase-V AC terminal and a phase-W AC terminal of the
second inverter 205 are inputted into the CPU 13 by way of
the signal lines 7, respectively. In addition, a phase-U motor
current lub, a phase-V motor current Ivb and a phase-W
motor current Iwb that flow in the second motor coil 36 are
derived from the connecting portions between each of the
shunt resistors Rub, Rvb and Rwb, and each of the switching
devices T2b, T4b and T65 of the second inverter 205, and are
inputted into the CPU 13 by way of the signal lines 7, respec-
tively.

In the electric power steering apparatus configured as
described above according to Embodiment 1 of the present
invention, the first system and the second system control, in
ordinary times, the quantities of electric currents in the first
motor coil 3a and the second motor coil 35 in accordance with
predetermined sharing values based on an output from the
ordinary control-value calculation unit 11 in the ECU 10, and
produce the desired assist torque on the motor 3.
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The CPU 13 provided inthe ECU 10 calculates, in ordinary
times, a target current control-value(s) of the motor 3 by the
ordinary control-value calculation unit 11 based on informa-
tion of driver’s steering torque, a vehicle speed and the like
inputted from the sensors 2 as described above, and supplies
gate signals corresponding to the aforementioned sharing
values in response to the calculated target current control-
value (s) to the gates of each of the switching devices of the
first inverter 20a by way of the signal lines 8, so that the
switching devices thereof are subjected to a PWM control.
Similarly, the CPU supplies gate signals corresponding to the
aforementioned sharing values in response to the aforemen-
tioned calculated target current control-value(s) to the gates
of'each of the switching devices of the second inverter 205 by
way of the signal lines 8, so that the switching devices thereof
are subjected to a PWM control.

The motor 3 is driven in accordance with the first motor coil
3athatis energized by three-phase AC power subjected to the
PWM control by the first inverter 20a and with the second
motor coil 35 that is energized by three-phase AC power
subjected to the PWM control by the second inverter 205, and
produces assist torque corresponding to driver’s steering
torque and a vehicle speed so that the torque is added to a
steering shaft (not shown in the figure).

These operations described above are the summary opera-

tions in ordinary times as the electric power steering appara-
tus is in usual times.
Note that, in the ordinary times, it is also possible to arrange
that either one of the first system or the second system may be
only selected so as to drive the motor 3, and that the other
system is put into a resting state.

Next, the explanation will be made for the details of fault
detection in the electric power steering apparatus according to
Embodiment 1 of the present invention, and those of opera-
tions including a control in a faulty time in the apparatus. FI1G.
2 is a flowchart illustrating operations of the electric power
steering apparatus according to Embodiment 1 of the present
invention, showing processing routines of the CPU 13 built-in
the ECU 10.

In FIG. 2, when a power source of the vehicle is switched
on by an operation of an ignition key, initialization of a RAM
(not shown in the figures), ports (not shown in the figures),
and the like of the CPU 13 is first performed at Step S1. The
initialization is a process that is only processed when the
power source is switched on. At Step S1, a first fault deter-
mination other than the initialization described above is car-
ried out.

The aforementioned first fault determination is determina-
tion in which operating states are checked on each of the
switching devices Tla, T2a, T3a, T4a, T5a and Té6a in the
first inverter 20a, each of the switching devices T15b, T2,
T3b, T4b, T5b and T65b in the second inverter 205, the first
relay 6a and the second relay 65, and then determination is
performed onthe presence or absence of a fault for each of the
checking-object’s items. Specifically, according to instruc-
tions from the CPU 13, turn-on/turn-off instructions are out-
putted for every one of the checking-object’s items described
above, and their checking is performed by monitoring the
individual phase terminal-voltages Mua, Mva and Mwa ofthe
first motor coil 3a and the individual phase motor currents
Tua, Iva and Iwa, and also the individual phase terminal-
voltages Mub, Mvb and Mwb of the second motor coil 35 and
the individual phase motor currents Tub, Ivb and Iwb.

For example, in checking on the switching device T1a, it
possible to determine, in a state of a power source from the
battery 4 being supplied by turning-on the first relay 6a, the
presence or absence of a fault in this switching device T1a by
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turning-on the switching device Tla and checking if the
phase-U terminal voltage Mua appears or not, and also by
turning-oft the switching device Tla and checking if the
phase-U terminal voltage Mua disappears or not.

In addition, checking is performed on whether or not a
motor current flows, for example, by simultaneously turning-
on the switching device T3a of the phase-V upper arm and the
switching device T2a of the phase-U lower arm for a short
time, and by determining whether or not a phase-U motor
current Tua flows in the first motor coil 3a. According to the
above, the first fault determination is performed by checking
the checking-object’s items on a one-by-one basis and/or by
checking respective switching devices that form pairs, so that
the fault detection is made possible before starting the control
of the electric power steering apparatus.

In the first, fault determination, not only the fault determi-
nation of the aforementioned switching devices, but also the
presence or absence of an open circuit or a short circuit in the
first motor coil 3a and the second motor coil 35 of the motor
3 can be similarly checked. A fault determination due to an
open circuit or a short circuit in the first motor coil 3¢ and the
second motor coil 36 can be performed using a mode in which
a plurality of switching devices becomes faulty at the time of
checking the presence or absence of a fault in each of the
switching devices.

In the processing of the first fault determination at Step S1
described above, if any of fault is detected, a flag Fgl is set,
and also content of the fault is stored. If a fault cannot be
detected, the flag Fgl is reset.

Next, at Step S2, pieces of the information, for example,
driver’s steering torque, a vehicle speed and the like, are each
inputted from the sensors 2 into the CPU 13 in the ECU 10.
Next, at Step S3, a fault determination is performed for a
second time. The fault determination at this Step S3 is
referred to as a second fault determination. This processing of
the second fault determination is similar to the first fault
determination at Step S1 described above; however, the
checking is repeated for a number of times as long as the
power source is switched on, and moreover, the checking is
performed even during the motor control.

Because performing the checking on each of the switching
devices on a one-by-one basis during the motor control pri-
marily exerts an effect on the control of the electric power
steering apparatus, there are many cases causing difficulties
to achieve. For this reason, in the second fault determination
at Step S3, the fault determination is carried out by perform-
ing the checking alongside of the control states for example,
whether or not a motor terminal voltage (s) coincides with a
target control value, whether or not a motor current (s) is
substantially separated from a target current, or the like.

For example, during the motor control by the first system,
if the switching devices in the first inverter 20a partially
causes an open circuit, fault or a short circuit fault, such an
open circuit fault or a short circuit fault in those switching
devices can be detected by monitoring each of the individual
phase terminal-voltages Mua, Mva and Mwa of the first motor
coil 3a.

Similarly, in a case also during the motor control by the
second system, if the switching devices in the second inverter
206 partially causes an open circuit fault or a short circuit
fault, such an open circuit fault or a short circuit fault in those
switching devices can be detected by monitoring each of the
individual phase terminal-voltages Mub, Mvb and Mwb of
the second motor coil 3.

In addition, by monitoring the individual phase motor cur-
rents Iua, Iva and Iwa during the motor control by the first
system, it is possible to check that, if an electric current flows
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in a checking-object’s phase at a timing when gate signals are
not supplied to a switching device (s) corresponding to the
checking-object’s phase, a short circuit fault occurs in the
switching device (s) corresponding to the checking-object’s
phase. Moreover, according to these checking procedures, it
can be said that, in a similar manner to the case at Step S1, the
fault determination is also inclusively performed for an open
circuit or a short circuit in the first motor coil 3a.

Similarly, by monitoring the individual phase motor cur-
rents Tub, Ivb and Iwb in a case also during the motor control
by the second system, it is possible to check that, if an electric
current flows in a checking-object’s phase at a timing when
gate signals are not supplied to a switching device (s) corre-
sponding to the checking-object’s phase, a short circuit fault
occurs in the switching device (s) corresponding to the check-
ing-object’s phase. Moreover, according to these checking
procedures, it can be said that, in a similar manner to the case
at Step S1, the fault determination is also inclusively per-
formed for an open circuit or a short circuit in the second
motor coil 3b.

In the second fault determination at Step S3, if a fault is
detected, a flag Fg2 is set, and if a fault is not detected, the flag
Fg2 is reset. In addition, when a fault is determined, content
of'the fault, identification of the faulty switching device (s), an
open circuit fault or a short circuit fault in the motor coil(s),
and the like are stored.

Note that, if the motor control is not currently in progress,
it is possible to perform checking on each of the switching
devices in a similar manner to the case at Step S1.

Next, at Step S4, checking is performed whether or not a
faultis detected by the first fault determination and the second
fault determination described above. Namely, the presence or
absence of a fault is determined based on whether or not the
aforementioned flag Fgl or flag Fg2 is set at “1.” As a result
of'the determination, if neither of the flag Fg1 nor the flag Fg2
is set at ““1,” determination is made that a fault is not present
(N), the processing proceeds to Step S5, so that calculation of
an ordinary control-value is performed by the ordinary con-
trol-value calculation unit 11 of the CPU 13.

The calculation of the ordinary control-value at Step S5 is
a calculation in which a control value is calculated similarly
to the conventional apparatus so that, using steering torque, a
vehicle speed, the difference between a target current and an
actual current and the like, motor current values coincide with
the target value. And then, the result is distributed to two
systems between the first system and the second system. As
described above, this sharing ratio between the two systems
can be arbitrarily set. Next, the processing proceeds to Step
S6, the fault notification to the driver is halted.

On the other hand, if determination is made that a fault
occurs (Y) at Step S4, the processing proceeds to Step S7, and
a fault-time control-value (s) is calculated. The processing at
this Step S7 corresponds to that in the fault control-value
calculation unit 14 in FIG. 1. In order to calculate the fault-
time control-value(s), it is first required to determine content
of'the fault. In one system between the two systems, if deter-
mination is made that one of the switching devices has an
open circuit or short circuit fault, control values are calculated
so that the one faulty system continues its control even though
atarget current is decreased from the three-phase control to a
two-phase control. In the other normal system, the control
value is increased by additively increasing it by the quantity
of decrease of the control value in the one faulty system.

In addition, in the first inverter 20a or the second inverter
205, a faulty system cannot be used in such a case of critical
faults when an upper-arm switching device and a lower-arm
switching device in one phase simultaneously cause short
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circuit faults, and when a short circuit fault causes in the first
motor coil 3a or the second motor coil 35; and therefore, it is
inevitable to interrupt the relay of the faulty system. In this
case, the control value is calculated so that a motor current is
supplied in the normal system up to a maximum of two times.
Namely, at Step S7, the fault-time control-value(s) is calcu-
lated in accordance with the order of fault so that the electric
current’s control value in the normal system is increased
larger than an ordinary one up to a maximum of two times.

Next, at Step S8, a signal to the notification device 9 is
outputted so as to perform the fault notification to the driver.
It may be adopted that the notification device 9 is not a
notification device of one type with sound, light or the like,
but a device of a plurality of types of notification devices that
are combined. Moreover, by suitably adopting that, even with
one type of notification device, for example, a fault indicator
lamp not only lights up, but also flashes on and off, the fault
notification to the driver can be reliably performed.

Next, the processing proceeds to Step S9, and the control
value calculated at Step S5 or Step S7 is distributed between
the first system and the second system based on a predeter-
mined sharing ratio; gate signals based on those distributed
control values are outputted to gates of each of the switching
devices in the first inverter 20a and the second inverter 205.

Next, at Step S10, the processing is on standby so that a
next processing can be carried out at a period t [msec] of the
CPU 13. When the t [msec] lapses after having completed the
current processing, the processing returns to Step S2 for a
second time, so that the next processing similar to the current
processing is continued.

Hereinbefore, the explanation is made for the operations of
the electric power steering apparatus according to Embodi-
ment 1 of the present invention; next, the explanation will be
made in more detail for calculation of a fault-time control-
value (s) at Step S7 described above. FIG. 3 is a control
characteristic diagram of the electric power steering appara-
tus according to Embodiment 1 of the present invention,
depicting a relationship of motor currents with respect to
torque on the motor.

In FIG. 3, the horizontal axis designates torque; the “+”
value side designates clockwise torque, and the “-” value
side, counterclockwise torque. The vertical axis designates a
target motor current; the “+” value side indicates a target
motor current that produces clockwise torque, and the “-”
value side, a target motor current that produces counterclock-
wise torque. Because counterclockwise control characteris-
tics are equivalent to clockwise control characteristics, the
explanation will be made only for the clockwise control char-
acteristics in the following description.

InFIG. 3, control characteristics 31 and 32 indicated by the
broken lines show ordinary time control characteristics in
cases of ordinary controls in which the two systems described
above are both not faulty, and control characteristics 33 and
indicated by the solid lines show fault-time control charac-
teristics in the other normal system when one of the two
systems becomes faulty. The ordinary time control character-
istic 31 and the fault-time control characteristic 33 are in the
cases in which a vehicle speed is approximately “0” [km/h],
and the ordinary time control characteristic 32 and the fault-
time control characteristic 34 show the cases when a vehicle
speed is approximately “20” [km/h].

Currently, it is presumed that the vehicle is running at its
speed of approximately “20” [km/h] when a fault occurs in
one of the two systems, the other system being normal takes
on the fault-time control characteristic 34 increased at a pre-
determined increase ratio 36 in comparison with the ordinary
time control characteristic 32. Meanwhile, in a case in which
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the wheeled-vehicle speed is approximately “0” [km/h] when
a fault occurs in one of the two systems, the other system that
is normal takes on the fault-time control characteristic 33
increased at a predetermined increase ratio 35 in comparison
with the ordinary time control characteristic 31. In this case,
the fault-time control characteristic 33 takes on the control
characteristic having an electric current value that is about
two times as large as that in the ordinary time control char-
acteristic 31.

It is well known that, in a switching device such as an
field-effect transistor, for example, there exists a maximum
value in an electric current in which the device can flow
therethrough. A maximum current value 37 shown in FIG. 3
indicates the maximum current value of each of the switching
devices in the first inverter 20a and the second inverter 205.
This maximum current value 37 is a maximum current value
that is defined after characteristics of each of the switching
devices and heat generation of the switching devices are also
taken into consideration; the ECU 10 does not output such a
control value that exceeds the maximum current value 37,
and, in proximity to the maximum current value 37, the motor
3 cannot be driven for a long time when heat generation of the
switching devices is taken into consideration.

The fault-time control characteristic 33 in the aforemen-
tioned vehicle speed of “0” [km/h] reaches the maximum
current value 37 described above at a smaller torque value in
comparison with the ordinary time control characteristic 31 in
a case of a vehicle speed of “20” [km/h]. Meanwhile, in
ordinary running times such that the vehicle is running at the
speed of “20” [knv/h], it is also possible to arrange as shown
in FIG. 3 that the fault-time control characteristic 34 is a
control characteristic having a smaller electric current value
than a value of two times to the ordinary time control char-
acteristic 32; in this case, the maximum current value 37 is not
reached, so that the increase ratio 36 for the control value can
be freely changed.

In general, there are not many states in which the maximum
current value 37 is reached during an actual vehicle running,
and the electric current is supplied to the motor 3 at the
maximum current value 37 for along time; and there are many
states in which a range that is less than or equal to half of the
maximum current value 37 is used on average. For this rea-
son, during a faulty time of one system, it is possible in
practical use to secure steering torque by only the other nor-
mal system.

In FIG. 3, in a faulty time of one system, an increase ratio
of'acontrol characteristic of the other normal system, changes
in accordance with a vehicle speed; when the vehicle speed is
at approximately “0” [km/h], the increase ratio reaches the
maximum value. The control characteristic 33 in this case
takes on the control characteristic having an electric current
value that is two times as large as that in the ordinary time
control characteristic 31 in which a fault does not occur, as
described above.

In the faulty time of the one system described above, the
increase ratio of the control characteristic of the other normal
system can be arbitrarily changed as the vehicle speed
becomes higher; the increase ratio finally approaches “1.”
Meanwhile, in the faulty system, it is sufficient to arrange
that, in place of an arbitrary decrease ratio, decrease ratios
changing in a plurality of steps are used in such a manner as
in the number of effective phases, for example, in [two
phases=60%], or in a [single phase=30%], [50%] or [0%] For
this reason, in a case in which the normal system is driven
depending on the decreased control value based on the
decrease ratios that change stepwise in the faulty system, it
may be adopted that the aforementioned increase ratio is
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changed stepwise to [+30%], [+50%], [+60%] or [+100%] In
addition, it may be adopted that, when the ratio is changed
stepwise, the change may not be made sharply to a different
value, but a gradual change is made so as to finally approach
to the value.

The change of the increase ratio of the normal system can
be made, other than the case depending on the vehicle speed,
to depend on an electric current value, a multiplication value
of the electric current value or a square value of electric
current, or the change can also be made so that the smaller the
electric current value is or the smaller the multiplication value
is, the larger the increase ratio is increased. Such a method of
changing the increase ratio is a method to which, by particu-
larly considering heat generation of the components, consid-
eration is given so that the normal system may not also
become faulty by overusing the normal system. In addition, it
is also possible to arrange that the increase ratio is continued
to be outputted for a predetermined time after the fault, and,
from that time onward, is gradually decreased to a predeter-
mined value. Moreover, in place of the increase ratio and the
decrease ratio, similar effects can be achieved by compensat-
ing them as an addition value and a subtraction value.

Note that, the aforementioned increase ratio in the normal
system described above sets a value that corresponds to the
number of systems as a maximum increase ratio. Namely, if
the number of systems is “2” as in a case in Embodiment 1, the
increase ratio is a maximum of two times; if the number of
systems is “3,” the increase ratio is a maximum of three times.

As described above, according to the electric power steer-
ing apparatus in Embodiment 1 of the present invention, fault
in one system is detected, and, in accordance with a state of
that fault, a current control characteristic is decreased or the
drive control is stopped in the faulty system; in the normal
system, the current control characteristic is increased in com-
parison with an ordinary current control characteristic; and,
by continuing the control at the increase ratio up to a maxi-
mum of the number of systems, it is possible, without reduc-
ing a sum total of torque for steering assist, to maintain the
assist force and continue providing it to the driver as much as
possible. According to this arrangement, a workload of the
driver is mitigated, and running of the vehicle is made easier;
in addition, when part of system(s) in a plurality of systems
becomes faulty, a sharp change of steering torque is not
caused, so that it is possible to secure steering capability, and
also to contribute to stable running of the vehicle.

Embodiment 2

Next, the explanation will be made for an electric power
steering apparatus according to Embodiment 2 of the present
invention. FIG. 4 is a flowchart illustrating operations of the
electric power steering apparatus according to Embodiment 2
of the present invention; the same reference numerals and
symbols in FIG. 2 in Embodiment 1 designate that equivalent
processing is performed at those; meanwhile, main points
which differ from the flowchart of FIG. 2 are that fault-time
control-value calculation and its output are different. The
circuit configuration of the electric power steering apparatus
according to Embodiment 2 of the present invention is
equivalent or similar to those shown in FIG. 1 in the case of
Embodiment 1.

In FIG. 4, when a power source of the vehicle is switched
on by an operation of an ignition key, initialization of a RAM
(not shown in the figures), ports, and the like of the CPU 13 is
first performed at Step S1. The initialization is a process that
is only processed when the power source is switched on. At
Step S1, a first fault determination other than the initialization
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described above is carried out. Content of this first fault
determination is similar to the content of Step S1 of FIG. 2 in
Embodiment 1 described above.

In the processing of the first fault determination at Step S1,
if any of fault described above is detected, the flag Fg1 is set,
and also content of the fault is stored. When a fault cannot be
detected, the flag Fgl is reset.

Next, at Step S2, pieces of the information, for example,
driver’s steering torque, a vehicle speed and the like, each
from the sensors 2 are inputted into the CPU 13 in the ECU
10. Next, at Step S3, a fault determination is performed for a
second time. The fault determination at this Step S3 is
referred to as the second fault determination. This processing
of the second fault determination is similar to the first fault
determination at Step S1 described above; however, the
checking is repeated for a number of times as long as the
power source is switched on, and moreover, the checking is
performed even during the motor control. Content of the
second fault determination at Step S3 is similar to the pro-
cessing content at Step S3 of FIG. 2 described above.

In the second fault determination at Step S3, if a fault is
detected, the flag Fg2 is set, and if a fault is not detected, the
flag Fg2 is reset. In addition, when a fault is determined,
content of the fault, identification of the faulty switching
device (s), an open circuit fault or a short circuit fault in the
motor coil(s), and the like are stored.

Next, calculation of an ordinary control-value is performed
at Step S5. The calculation of an ordinary control-value is
similar to the calculation at Step S5 in FIG. 2 described above.
Next, the processing proceeds to Step S4, and checking is
performed whether or not a fault is detected by the first fault
determination and the second fault determination described
above. Namely, the presence or absence of a fault is deter-
mined based on whether or not the aforementioned flag Fg1 or
flag Fg2 is set at “1.” As a result of the determination, if
neither the flag Fql nor the flag Fg2 is set at “1,” determination
is made that a fault is not present (N), so that the processing
proceeds to Step S6, and the fault notification to the driver is
halted.

On the other hand, as a result of the determination at Step
S4, if either of the flag Fgl or the flag Fg2 is set at ““1,” the
determination is made that a fault is present (Y), so that the
processing proceeds to Step S11, and a fault-time control-
value(s) is calculated. In the calculation of the fault-time
control-value(s) at Step S11, a sharing ratio of output quan-
tities between the two systems is changed in accordance with
the content of a fault stored when the fault has been detected.

Namely, when one system between the two systems
becomes faulty so that it is inevitable to decrease the current
control characteristic by a predetermined value, the sharing
ratio is changed so that, without changing a target current as
much as possible, namely, without reducing the sum total of
torque controlled by the driving circuits of the two systems as
much as possible, an insufficient quantity of the faulty system
is compensated by the other normal system. For example,
when the faulty system is altered from three-phase driving to
two-phase driving, a sharing ratio of output quantities
between the normal system and the faulty system is set at
[1.4:0.6], respectively.

Next, at Step S8, a signal to the notification device 9 is
outputted to perform the fault notification to the driver in a
similar manner as Step S8 in FIG. 2 described above. It may
be adopted that the notification device 9 is not a notification
device of one type with sound, light or the like, but a device of
a plurality of types of notification devices that are combined.
Moreover, by suitably adopting that, even with one type of
notification device, for example, a fault indicator lamp not
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only lights up, but also flashes on and off, the fault notification
the driver can be reliably performed.

Next, at Step S12, control values are outputted, during a
faulty time, by setting the sharing ratio of output quantities
between the normal system and the faulty system at [1.4:0.6],
respectively; when a fault does not occur, control values are
outputted by setting the ratio of those outputs at [1:1]. There-
fore, ratios of outputs of the first system and the second
system take on values from “1.0” to “2.0” in the normal
systems, and, when the ratios of the outputs of the first system
and the second system are added to each other, approximately
“2.0” is given as the sum total of them.

In addition, at the time of a short circuit fault in one of the
switching devices, the control is continued to some extent
using remaining switching devices, and a control value is
outputted in the normal system so that the amount of decrease
of sharing an output quantity in the faulty system is compen-
sated; although there is no reduction in a sum total of torque
on average, torque variation is caused from a more micro-
scopic viewpoint because of the fault. For this reason, it is also
possible to arrange that, by increasing the ratio of sharing the
output quantities for the normal system to some extent, and
thus setting a sum total of both the ratios larger than “2.0,” the
reduction in the sum total of torque is eliminated more in the
driver’s feelings. Moreover, by particularly considering heat
generation in the normal system, it is also possible to seta sum
total of sharing of both the output quantities smaller than
“2.0” to some extent, and to enhance ease of notification to the
driver.

As described above, according to the electric power steer-
ing apparatus in Embodiment 2 of the present invention, the
sharing ratio of output quantities each for the systems is
changed in accordance with a state of a fault at the time when
the fault is detected, so that a value of the target current is not
changed, resulting in simpler processing. In addition, because
a sum total of output quantities is not changed, the control can
be continued without changing the quantity of assist to driv-
er’s steering torque; as a result, it is possible to achieve an
effect to curb a workload of the driver.

Embodiment 3

Next, the explanation will be made for an electric power
steering apparatus according to Embodiment 3 of the present
invention. The electric power steering apparatus according to
Embodiment 3 of the present invention has its features in a
method of notifying the driver of which a manner to control is
changed in a system when either one of the systems becomes
faulty as described above in aforementioned Embodiment 1
or Embodiment 2. Namely, in Embodiment 1 and Embodi-
ment 2 described above, the notification device 9 requires to
mount with a speaker and/or a lamp, for example; however, in
Embodiment 3, a notification device itself is not newly
required. Note that, in a similar manner to the cases in
Embodiment 1 and Embodiment 2, the notification device 9
may be separately provided.

FIG. 51s a characteristic diagram for explaining the electric
power steering apparatus according to Embodiment 3 of the
present invention; in the characteristic diagram, an example
torque is depicted so that the motor produces it by a normal
system when a fault occurs. In FIG. 5, the vertical axis indi-
cates the torque produced by the normal system, and the
horizontal axis, time. As explained in aforementioned
Embodiments 1 and 2, the sharing ratio of the output quantity
by the normal system is increased when one of the systems
becomes faulty, and an average value of torque produced on
the motor in accordance with the normal system is made
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larger than the torque produced in a control characteristic in
ordinary times when a fault does not occur, resulting in a
characteristic of generally two times.

InFIG. 5, numeral “40” depicts torque produced in control
characteristics in ordinary times when a fault does not occur.
Numeral “41” depicts torque produced by a normal system
when one of the systems becomes faulty. The torque “41”
produced by the normal system when one of the systems
becomes faulty is torque in which an alternating-current (AC)
component between 1 [kHz] and 6 [kHz] being in the audible
frequency range is superimposed on the produced torque due
to increase in sharing of an output quantity, it is made possible
to generate an electromagnetic sound between 1 [kHz] and 6
[kHz] from the motor. Therefore, without utilizing an addi-
tional hardware such as a special notification device or the
like, it is possible to notify the fault to the driver using the
electromagnetic sound of 1 [kHz] to 6 [kHz].

FIG. 6 is another characteristic diagram for explaining the
electric power steering apparatus according to Embodiment 3
of the present invention, depicting a relationship between
frequencies and responses that are plotted. In FIG. 6, the
horizontal axis indicates the frequencies [Hz], and the vertical
axis, theresponses [dB]. InFIG. 6, numeral “43” is referred to
as the equal-loudness contour that depicts sensation of a
human being relating to the magnitude of sound (loudness),
indicating that auditory sensation of a human being is sensi-
tive to sounds between 1 [kHz] and 6 [kHz].

Meanwhile, numeral “42” depicts a current control
response curve; in the curve, responses of electric currents
actually supplied are plotted with respect to desired electric
currents to be supplied to the motor 3. As it can be understood
from the curve “42” in FIG. 6, the responses on current
control is lowered in the bandwidth of frequencies between 1
[kHz] and 6 [kHz].

To this end, in order to generate an electromagnetic sound
between 1 [kHz| and 6 [kHz] from the motor 3, it is suitable
that an alternating-current (AC) voltage between 1 [kHz] and
6 [kHz]| appropriately be superimposed on an inverter-output-
ted voltage (s) generated in another normal system(s).
Because the bandwidth of frequencies between these 1 [kHz]
and 6 [kHz]| is higher than a frequency of current control
responses, the control of an inverter current(s) generated in
the normal system (s) is not interfered, so that it is possible to
generate the electromagnetic sound between 1 [kHz| and 6
[kHz] for notifying it to the driver.

As described above, according to the electric power steer-
ing apparatus in Embodiment 3 of the present invention, it is
possible to notify, without newly adding a notification device
to the apparatus, the driver of the failure or fault by superim-
posing an AC component (s) of a predetermined frequency on
acontrol value (s) or variable (s) in another normal system (s).

Note that, in the present invention, each of the embodi-
ments can be freely combined, appropriately modified and/or
eliminated without departing from the scope of the invention.

INDUSTRIAL APPLICABILITY

The electric power steering apparatus according to the
present invention can be utilized as a power steering appara-
tus of a wheeled vehicle such as an automotive vehicle.

What is claimed is:

1. An electric power steering apparatus configured to assist
in steering force of a driver by driving force of a motor having
a plurality of independent motor coils, the electric power
steering apparatus comprising:
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a plurality of systems including driving circuits which are
provided for every one of the plurality of motor coils,
and configured to drive the motor coils corresponding to
the driving circuits; and

a control unit configured to control values of the driving
circuits,

wherein, when a fault occurs in at least one of the plurality
of systems including the motor coils, the control unit
decreases a control value of a system in which the fault
occurs from an ordinary time control value thereof or
stops the drive by a system in which the fault occurs, and
increases a control value of a system in which the fault
does not occur to more than an ordinary time control
value thereof,

wherein the control unit comprises:

a fault detection unit configured to detect a fault of the
plurality of systems including the motor coils corre-
sponding thereto;

an ordinary control-value calculation unit configured to
calculate an ordinary time control value of the plurality
of systems in ordinary times when the fault detection
unit does not detect the fault, and output the ordinary
time control value being calculated to the plurality of
systems; and

a fault control-value calculation unit configured to calcu-
late a first fault-time control value, when the fault detec-
tion unit detects the fault, so that the control value is
decreased or the drive is stopped in accordance with a
state of the fault and output the first fault-time control
value being calculated to the system in which the fault
occurs, and to calculate a second fault-time control value
that is increased more than an ordinary time control
value and output the second fault-time control value
being calculated to the system in which the fault does not
occur; and

the plurality of motor coils are driven by the driving circuits
of'the systems corresponding thereto based on an output
from the ordinary control-value calculation unit, when
the fault detection unit does not detect the fault, and are
controlled by the driving circuits of the systems corre-
sponding thereto based on an output from the fault con-
trol-value calculation unit, when the fault detection unit
detects the fault,

wherein the fault control-value calculation unit decreases
stepwise, in accordance with a state of the fault, the first
fault-time control value outputted to the system in which
the fault occurs.

2. The electric power steering apparatus as set forth in

claim 1, wherein, when a fault occurs in at least one of the
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plurality of systems, the control unit increases, corresponding
to the decrease of the control value of the system in which the
fault occurs, the control value of the system in which the fault
does not occur.
3. The electric power steering apparatus as set forth in
claim 1, wherein the fault control-value calculation unit is
capable of increasing, in accordance with a state of the fault,
the second fault-time control value outputted to the system in
which the fault does not occur, up to a value given by multi-
plying the ordinary time control value by the number of the
systems.
4. The electric power steering apparatus as set forth in
claim 1, wherein the fault control-value calculation unit
changes, in accordance with a state of the fault being detected,
a sharing ratio of output quantities between the first fault-time
control value for the system in which the fault occurs and the
second fault-time control value for the system in which the
fault does not occur.
5. The electric power steering apparatus as set forth in
claim 1, wherein the fault control-value calculation unit
increases the second fault-time control value so that it
becomes substantially larger than an ordinary time control
value when a wheeled-vehicle speed is lower, and outputs the
increased second fault-time control value to the system in
which the fault does not occur.
6. The electric power steering apparatus as set forth in
claim 1, wherein the number of steps being decreased step-
wise comprises the number depending on the number of the
systems.
7. The electric power steering apparatus as set forth in
claim 1, wherein the plurality of motor coils is constituted of
two sets of three-phase motor coils;
the plurality of systems is constituted of two sets of systems
corresponding to the two respective sets of motor coils;

the two sets of systems including the motor coils are peri-
odically monitored for a presence or absence of the fault;
and

objects for the monitoring include at least a terminal volt-

age of the motor and an electric current thereof.

8. The electric power steering apparatus as set forth in
claim 1, further comprising a notification device configured
to notify the driver of an occurrence of the fault at a time when
the fault occurs.

9. The electric power steering apparatus as set forth in
claim 1, wherein an alternating-current value in an audible
frequency range is superimposed on the second fault-time
control value outputted from the fault control-value calcula-
tion unit to the system in which the fault does not occur.

#* #* #* #* #*



